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September  15,  1964 


Hon.  Robert  F.  Wagner,  Mayor 
City  of  New  York 
City  Hall 

New  York,  New  York  10007 
Dear  Mayor  Wagner: 

The  attached  report  on  the  Port  of  New  York  is  one  of  a  series 
of  special  studies  growing  out  of  the  City  Planning  Commission's 
comprehensive  planning  program.    In  this  report  we  have  reviewed 
the  Department  of  Marine  and  Aviation's  specific  proposals  for 
North  River  pier  development  as  well  as  the  prospects  and  problems 
of  the  entire  port. 

It  has  become  apparent  that  the  long-standing  supremacy  of  the 
Port  of  New  York  is  being  challenged  by  competition  from  other 
East  Coast  and  Southern  ports  as  well  as  the  new  St.  Lawrence 
Seaway.    In  addition,  within  the  port,  the  expansion  of  modern 
car  go -handling  facilities  in  Port  Newark  and  Port  Elizabeth  have 
made  serious  inroads  into  the  economy  of  the  New  York  City  sectors 
of  the  Port. 

We  have  concluded,  therefore,  that  if  New  York  City  is  to  retain 
its  port  preeminence,  considerable  effort  must  be  made  to  develop 
new  facilities  to  cope  with  the  changing  times  and  technology,  and 
that  the  Administration  of  this  City  must  develop  a  consistent 
short-range  and  long-range  port  development  policy  as  insurance 
to  preserve  its  economic  stability  and  job  base.    Basic  to  this  policy 
is  the  need  to  clarify  which  agencies  shall  be  responsible  for 
planning  and  implementing  these  complex  programs. 


CHAIRMAN:   WILLIAM  F.  R.  BALLARD    /    VICE-CHAIRMAN:  FRANCIS  J.BLOUSTEIN 

commissioners:  james  felt/harmon  h.  goldstone/elinor  c.  guggenheimer/lawrence  m.  orton/james  G.  SWEENEY- 
SECRETARY:  samuel  steinberg/executive  director:  richard  k.  bernstein 


Digitized  by  the  Internet  Archive 

in  2014 


https://archive.org/details/portofnewyorkproOOnewy 


Hon.  Robert  F.  Wagner,  Mayor 
P.  2 

September  15,  1964 

Among  the  major  recommendations  proposed  by  the  Commission  are: 

1.  The  development  of  the  world's  largest  superliner 
terminal  on  the  North  River  between  43rd  Street 
and  57th  Street,  to  provide  efficient  and  attractive 
ocean-going  passenger  service.    This  new  terminal, 
rivalling  our  new  airport  facilities  in  ultra-modern 
passenger  conveniences,  would  truly  be  an  international 
gateway  to  America. 

There  is  every  reason  to  believe  that  oceanborne  travel  -- 
especially  domestic  cruises  and  voyages  by  foreign 
tourists  to  our  shores  --  will  increase.    We  believe  it 
is  of  prime  priority  for  the  City  of  New  York  to  provide 
the  kind  of  accommodations  that  will  spur  this  increase 
and  offer  new  outlets  for  tourist  trade  as  well  as 
traditional  port  job  opportunities.    This  major  facility 
could  be  part  of  a  renaissance  of  Manhattan's  west  mid- 
town  area,  which  would  include  new  upland  development 
and  improved  vehicular  and  transit  access. 

2.  The  creation  of  additional  cargo-handling  pier  space  in 
Brooklyn;  modernization  or  redevelopment  of  existing 
cargo  piers  along  Manhattan's  North  River  waterfront;  and 
longer  range  development  of  new  pier  space  in  Staten 
Island  .    North  River  cargo-handling  facilities  obviously 
are  in  need  of  improvements.    However,  expansion  of 
such  North  River  facilities  would  infringe  upon  other  uses 
which  are  better  related  to  Manhattan  needs.  Congestion 
and  lack  of  space,  difficulties  of  access  and  rapidly 
changing  modes  of  cargo  handling  have  combined  to  make 
North  River  piers  less  competitive  in  meeting  current 
and  future  port  needs.    Both  Brooklyn  and  Staten  Island 
offer  much  brighter  potentials  for  future  handling  of  heavy 
cargo  --  and  especially  unitized  container  shipments  -- 
and  should  be  considered  the  prime  areas  of  the  City  for 
investment  in  cargo  pier  expansion. 
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3.  The  creative  use  of  North  River  and  East  River 
waterfront  to  serve  present  and  future  needs  of 
the  resident  and  working  population  of  Manhattan. 
The  opportunity  is  ripe  to  build  middle-income 
housing  here,  close  to  the  Midtown  centers  of 
business  and  commerce;  to  open  up  "windows  on 
the  waterfront"  so  that  the  public  can  enjoy  water- 
oriented  parks  and  recreational  areas;  and  to  offer 
greater  opportunities  to  use  our  unsurpassed 
waterway  resources  for  commuting  and  pleasure 
travel.    Areas  such  as  Greenwich  Village's 
waterfront  and  the  piers  adjacent  to  the  Lower 
East  Side  should  be  considered  for  these  kinds 

of  projects . 

4.  The  development  of  a  major  entertainment  and 
recreational  complex  on  the  waterfront  between 
37th  Street  and  42nd  Street,  which  complements 
a  general  redevelopment  of  the  adjacent  west 
midtown  area.    This  long  neglected  area  on  the 
fringe  of  the  theater  and  entertainment  section  is 
in  need  of  revitalization.    Port  development  here, 
of  the  general  character  recommended  in  the 
Department  of  Marine  and  Aviation  Report,  would 
be  an  important  step  in  the  overall  upgrading  of  this 
key  Midtown  sector. 

5.  A  major  clean-up  of  the  port.    Ancient,  rotting 

pier  facilities  --  especially  in  Manhattan  --  dominate 
the  ocean  gateway  to  this  City.    Many  of  these  piers, 
no  longer  suitable  for  modern  cargo  handling,  could 
be  used  for  temporary  recreational  facilities  or  other 
useful  purposes. 
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These  recommendations  form  the  nucleus  of  a  City-wide  Waterfront 
Development  Program  which  we  believe  is  necessary  in  maintaining 
the  City's  historic  preeminence  as  the  world's  greatest  port,  and  -- 
'equally  important  --in  creating  new,  imaginative  opportunities  to 
better  relate  our  rich  shorefront  resources  to  the  dynamic  life  and 
needs  of  the  City  and  its  people. 


Sincerely  yours, 


William  F.  R.  Ballard 
Chairman 


CITY  PLANNING  COMMISSION 
Department  of  City  Planning 


THE  PORT  OF  NEW  YORK 


Proposals  for  Development 


September  1964 

Comprehensive  Planning  Series  No.  0164 


N4S 


CITY  OF  NEW  YORK 

CITY  PLANNING  COMMISSION 

DEPARTMENT  OF  CITY  PLANNING 

Robert  F.  Wagner,  Mayor 


Commission 


William  F.  R.  Ballard,  Chairman 
Francis  J.  Bloustein,  Vice  Chairman 
James  Felt 
Harmon  H.  Goldstone 
Elinor  C.  Guggenheimer 
Lawrence  M.  Orton 
James  G.  Sweeney- 
Samuel  Steinberg,  Secretary 
Richard  K.  Bernstein 

Executive  Director 
Jack  C.  Smith 

Chief,  Office  of  Master  Planning 


Prepared  by:  Joseph  McC.  Leiper,  Director  of  Transportation  Planning 

Allan  K.  Sloan,  Director  of  Programming 
Sidney  J.  Frigand,  Director  of  Public  Affairs 

Graphics:  Sol  Mann,  Supervisor  of  Graphics 

Urban  Design:  Charles  M.  Smith,  Jr. 


Photographs:  Courtesy  of  the  Housing  and  Redevelopment  Board,  the 

Department  of  Marine  &  Aviation,  and 
The  Port  of  New  York  Authority 


TABLE  OF  CONTENTS 


Page 


INTRODUCTION  1 

THE  PORT  AND  THE  CITY  3 

Manhattan  3 

Brooklyn  4 

Staten  Island  5 

New  Jersey  -  Hudson  River  5 

New  Jersey  -  Newark  Bay  5 

CHANGES  IN  THE  PORT  6 

Foreign  Trade  6 

Passenger  Traffic  7 

Influences  on  Location  of  Port  Facilities  7 

Trends  in  Location  of  Port  Facilities  9 

PORT  PROSPECTS  10 

Manhattan's  Changing  Role  10 

Outlook  for  Other  Sectors  11 

ANALYSIS  OF  NORTH  RIVER  DEVELOPMENT  PROPOSAL  13 

RECOMMENDATIONS  FOR  PORT  IMPROVEMENTS  16 

International  Superliner  Terminal  17 

Cargo  Pier  Improvements  18 

Other  Waterfront  Development  20 

Port  Cleanup  22 


STRATEGY  FOR  WATERFRONT  DEVELOPMENT 


23 


New  York's  great  waterfront  is  being  reshaped  by  a  combination 
of  economic  and  technological  forces .    Cargo  handling  activities 
are  shifting  from  the  congested  Manhattan  core  to  more  spacious 
locations  in  other  sectors  of  the  port,  such  as  the  modern 
facilities  along  the  Brooklyn  waterfront,  as   shown  in  the  fore- 
ground, and  New  Jersey. 
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INTRODUCTION 

Early  in  1963  the  Department  of  Marine  and  Aviation  released  a  report 
proposing  a  comprehensive  redevelopment  plan  for  the  North  River 
Manhattan  Waterfront  (Hudson  River)  from  the  Battery  to  72nd  Street. 
This  report,  prepared  by  a  team  of  consultants,  recommended  that  the 
City  embark  on  a  $640  million  capital  improvement  program  to  rebuild 
virtually  the  entire  five  mile  North  River  waterfront  with  new  piers  and 
other  facilities  over  the  next  40  years. 

A  proposal  of  this  scope  would  have  a  far-reaching  effect  on  the  future 
development  of  the  Port  of  New  York,  the  land  uses  adjacent  to  the 
port  facilities,  City  and  regional  transportation,  as  well  as  the  destiny 
of  Manhattan's  Central  Business  District.    These  considerations,  together 
with  the  proposed  allocation  of  vast  amounts  of  public  and  private  re- 
sources, make  it  essential  that  the  City  Planning  Commission  and  other 
City  officials  review  this  report  with  full  awareness  of  all  its  implications. 

Over  the  years,  the  Planning  Commission  has  advocated  that  plans  and 
programs  for  specific  areas  of  the  City  be  related  to  development 
planned  for  adjacent  areas  and  be  consistent  with  the  needs  of  the  City 
as  a  whole.    In  October  1959,  the  Commission,  in  its  Capital  Budget 
Message,  called  on  the  Department  of  Marine  and  Aviation  to  consider 
a  comprehensive  study  of  the  port  as  the  answer  to  piece-meal  proposals 
for  waterfront  development.    This  recommendation  led  to  the  authorization 
in  the  following  year's  Capital  Budget  of  study  funds  for  "an  over-all 
evaluation  of  port  development  needs,  so  that  any  specific  North  River 
proposals  as  well  as  proposals  for  other  sections  of  the  port,  may  be 
part  of  a  consistent,  well-documented  program  for  all  of  the  City's 
commercial  waterfronts  .  " 

In  the  study  that  emerged,  however,  the  strong  emphasis  upon  the 
proposed  North  River  development  overshadowed  the  other  sectors 
of  the  port  --  their  assets,  their  problems  and  their  needs  for  the 
future.    Accordingly,  we  have  sought  in  this  review  to  place  the 
North  River  proposal  in  the  context  of  the  entire  port  and  view  it  from 
a  City-wide  perspective.    To  be  effective,  programs  to  modernize 
port  facilities  on  the  Manhattan  waterfront  must  take  into  account 
basic  changes  that  are  occurring  throughout  New  York  Harbor. 
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We  also  believe  this  Commission  --  if  it  is  to  prepare  an  objective 
assessment  --  must  recognize  that  both  the  Department  of  Marine 
and  Aviation  and  the  Port  of  New  York  Authority  play  a  significant 
role  in  the  operations  of  our  commercial  waterfront.    The  Commission's 
obligation  to  protect  the  welfare  and  interests  of  the  City  as  a  whole 
dictates  that  it  view  the  waterfront  with  a  dispassionate  eye. 

The'  Planning  Commission  report  which  follows  seeks  to  develop  a 
realistic  appreciation  of  the  forces  which  are  shaping  the  port  and 
the  City. 


PORT  OF  NEW  YORK 

JURISDICTION  OF  GENERAL  CARGO 
AND  PASSENGER  PIERS 


PLATE  NO.  I 


SOURCE:  DEPARTMENT  OF  CITY  PLANNING,  CITY  OF  NEW  YORK 
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THE  PORT  AND  THE  CITY 

The  Port  of  New  York  is  the  nation's  primary  gateway  for  international 
passenger  travel  and  freight  commerce.    The  early  emergence  of  New 
York  Harbor  as  the  country's  dominant  port  made  New  York  a  center  of 
manufacturing,  distribution  and  finance  as  well  as  the  landing  place  -- 
and  eventually  the  home  --  for  millions  of  immigrants. 

Although  management,  cultural  and  specialized  production  functions 
have  grown  relatively  faster  in  recent  years,  port  activities  continue 
to  play  a  vital  role  in  the  growing  economy  of  the  New  York  metropolitan 
area.    The  importance  of  the  port  is  emphasized  by  the  fact  that  200,000 
workers  are  directly  employed  in  handling  foreign  trade  and  as  many  more 
are  employed  in  port- related  service  activities.    It  is  of  major  concern 
to  the  City  therefore,  that  we  provide  the  most  modern  and  efficient 
marine  terminal  facilities  to  attract  a  maximum  amount  of  passenger 
and  freight  commerce  to  our  port  in  the  future. 

New  York  Harbor  is  divided  by  geography  and  political  jurisdiction  into 
a  number  of  individual  sectors,  each  of  which  plays  a  distinctive  role 
with  respect  to  port  operations.    An  understanding  of  the  characteristics 
of  each  of  these  port  sectors  is  essential  before  proceeding  to  plan  for 
the  future  development  of  the  port  as  a  whole,  or  any  part  of  it. 

The  accompanying  map  (plate  1)  shows  the  location  and  ownership  of  the 
various  sections  of  the  harbor's  waterfront  devoted  to  deep  sea  pier 
facilities.    A  further  indication  of  the  relative  importance  of  each  of 
the  major  sectors  of  the  bi-state  port  is  noted  on  plate  2,  which  is  based 
on  data  for  the  years  1959-61. 

MANHATTAN 

The  traditional  heart  of  the  port,  Manhattan,  has  more  than  seven  miles 
of  municipally- owned  shoreline  on  the  Hudson  and  East  Rivers  occupied 
by  terminal  facilities  under  the  jurisdiction  of  the  Department  of  Marine 
and  Aviation. 


Due  to  the  exodus  of  cargo  operations  to  more  efficient  locations 
elsewhere  in  the  port,  the  Manhattan  waterfront  has  become 
cluttered  with  vacant  and  decaying  piers  that  are  a  disgraceful 
eyesore  at  the  gateway  to  our  City„ 


East  River 
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Only  two  miles  of  the  five -mile  long  North  River  waterfront  from  the 
Battery  to  72nd  Street  is  presently  in  active  use  for  deep-sea  pier 
operations.    One  mile  of  shorefront,  principally  opposite  Midtown, 
is  devoted  to  passenger  liner  piers  which  handle  practically  all  of  the 
more  than  one  million  transatlantic  and  cruise  ship  passengers  passing 
through  the  port  each  year.    Another  mile  of  waterfront  is  used  for 
general  cargo  shipping.    Railroad  lighterage,  car  float  and  ferry 
operations,  which  provide  flexible  but  costly  access  for  rail  service  to 
all  sectors  of  the  port,  use  an  additional  mile  of  prime  Manhattan 
shorefront.    The  remaining  two  miles  of  the  North  River  shore  are 
occupied  by  service  facilities  or  obsolete  and  vacant  piers. 

The  two-mile  East  River  waterfront  extending  from  the  Battery  to 
Corlears  Hook  is  decrepit  and  dormant  and  presently  plays  a  negligible 
role  in  the  port.    Despite  the  continuing  promotional  efforts  of  the 
Department  of  Marine  and  Aviation,  only  two  new  facilities  have  been 
developed  on  the  East  River  in  recent  decades  . 

In  the  overall  picture,  the  Manhattan  waterfront  is  suffering  acutely 
from  a  combination  of  obsolete  facilities,  lack  of  adequate  shore  space  for 
supporting  facilities  and  difficulty  of  truck  access.    The  sorry  state  of 
this  waterfront  is  mirrored  in  the  disgraceful  spectacle  of  rotting  and 
sagging  piers  crumbling  to  pieces  in  plain  view  of  visitors  at  the  ocean 
gateway  to  New  York,  creating  an  illusion  of  a  ghost  town  rather  than 
a  thriving,  cosmopolitan  metropolis. 

BROOKLYN 

The  bustling  Brooklyn  waterfront,  on  the  other  hand,  enjoys  the 
dominant  status  of  handling  nearly  half  the  Harbor's  general  cargo 
tonnage.    Five  miles  of  the  shoreline  fronting  on  the  East  River  and 
the  Upper  Bay  between  Newtown  Creek  and  Bay  Ridge  are  actively 
utilized  by  deep-sea  piers  and  extensive  supporting  facilities.  The 
Department  of  Marine  and  Aviation  and  the  Port  of  New  York  Authority 
have  provided  modern  terminals  along  some  three  miles  of  shorefront 
and  private  operators  also  play  a  significant  role.    Brooklyn  is  superior 
to  Manhattan  from  the  standpoint  of  backup  space,  supporting  facilities 
and  access  potential. 
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STATEN  ISLAND 

The  Staten  Island  waterfront  opposite  the  Narrows  is  largely  occupied 
by  obsolete  City  and  privately-owned  piers  which  handle  only  two  per 
cent  of  the  port's  general  cargo  tonnage.    This  waterfront,  now  relatively 
isolated,  will  offer  new  potential  for  expansion  and  improvement  with 
the  completion  of  the  Verrazano  Bridge  and  supporting  highway  links 
and  the  development  of  proposed  new  industrial  park  facilities. 


NEW  JERSEY  -  HUDSON  RIVER 


This  sector  of  the  port  is  relatively  stable  in  importance,  moving  12 
per  cent  of  the  Harbor's  general  cargo  tonnage  over  the  Hoboken  Port 
Authority  piers  and  private  facilities  extending  from  Jersey  City  to 
Weehawken. 


NEW  JERSEY  -  NEWARK  BAY 


Due  to  extensive  Port  Authority  construction  programs  at  Port  Newark 
and  Port  Elizabeth,  this  is  currently  the  fastest  growing  sector  of  the 
port.    Ample  back-up  space  and  good  highway,  rail  and  air  transportation 
access  has  enabled  this  location  to  attract  17  per  cent  of  the  port's 
general  cargo  movements. 

In  summary,  while  port  facilities  in  New  York  City  still  accommodate 
70  per  cent  of  the  port's  general  cargo,  New  Jersey  facilities  have 
been  rapidly  growing  in  importance. 


NEW  JERSEY 


SHORE  FRONTAGE  UTILIZED  FOR  DEEP 
SEA  PIERS 


GENERAL  CARGO  SHIP  BERTHINGS 
GENERAL  CARGO  TONNAGE 
LONGSHOREMEN  EMPLOYMENT 


PORT  OF  NEW  YORK 
DEEP  SEA  PIER  ACTIVITY  BY  PORT  SECTOR 

(Percent  Distribution) 


SOURCES.  DEPARTMENT  OF  MARINE  AND  AVIATION 
PORT    OF   NEW  YORK  AUTHORITY 
DEPARTMENT    OF     CITY  PLANNING 
WATERFRONT    COMMISSION    OF  NEW  YORK  HARBOR 


PLATE  NO.  2 
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CHANGES  IN  THE  PORT 


New  York  Harbor  is  involved  in  a  growing  struggle  with  competing  ports. 
Technological  changes  in  freight-handling  methods,  furthermore,  are 
profoundly  affecting  the  location  and  utilization  of  facilities  within  the 
port.    If  New  York  Harbor  --  and  New  York  City  in  particular  --  is  to 
preserve  its  preeminent  position  in  the  face  of  these  changes,  it  is 
obvious  that  we  must  provide  modern  port  facilities  at  those  locations 
within  the  Harbor  which  will  assure  the  most  efficient  movement  of  cargo, 


FOREIGN  TRADE 


The  vitality  of  the  Port  of  New  York  stems  directly  from  its  position  as 
the  nation's  leading  port  with  respect  to  high-value  general  cargo  foreign 
trade.    Due  to  location  and  superior  shipping  services,  New  York  a 
century  ago  gained  a  lead  in  foreign  commerce  which  it  has  never 
relinquished.    But  while  New  York  Harbor  continues  to  enjoy  the  greatest 
volume  of  general  cargo  of  any  port,  its  share  of  the  nation's  foreign 
trade  has  been  steadily  declining  --  from  40  per  cent  to  20  per  cent  in 
just  the  last  twenty  years.    This  trend  has  been  the  predictable  result 
of  four  well-known  factors:    the  improvement  of  facilities  and  services 
at  competing  North  Atlantic  ports;  the  closer  location  of  South  Atlantic, 
Gulf,  and  Pacific  Coast  ports  to  the  rapidly  growing  Southern  and 
Western  sections  of  the  country;  unfavorable  railroad  freight  rates;  and 
the  opening  of  the  St.  Lawrence  Seaway. 

During  the  last  several  decades,  the  level  of  foreign  general  cargo 
trade  through  our  port  has  remained  generally  stable,  with  a  slight 
upturn  in  recent  years.    Due  to  continued  population  and  economic 
growth  in  the  Northeastern  sector  of  the  Nation,  modest  increases  can 
be  expected  in  future  volumes  of  foreign  commerce  through  New  York 
Harbor.    Department  of  Marine  and  Aviation  consultants  have  forecast 
an  increase  of  more  than  30  per  cent  during  the  next  20  years  and  70 
per  cent  by  the  year  2000.    The  Port  of  New  York  Authority  and  the 
Regional  Plan  Association,  on  the  other  hand,  have  projected  growth 
of  less  than  20  per  cent  during  the  next  two  decades.    Examination  of 
the  graph  on  plate  3  suggests  that  Marine  and  Aviation  projections  for 
the  immediate  future  are  overly  optimistic.    Any  precise  forecast  for 
the  year  2000  is  too  speculative  to  serve  as  a  firm  basis  for  making 
present  decisions  affecting  the  future  of  the  port  and  the  City's  waterfront. 

It  is  clear,  however,  that  regardless  of  the  accuracy  of  predictions,  all 
indications  are  that  New  York  Harbor  must  compete  vigorously  if  it  is 
to  attract  even  modest  increases  in  foreign  cargo  trade  in  future  years. 
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PASSENGER  TRAFFIC 

The  future  for  passenger  shipping  through  the  Port  of  New  York 
appears  to  be  brighter.    While  the  jet  airplane  has  far  outstripped 
the  ocean  liner  as  a  means  of  international  business  and  pleasure 
travel,  the  growing  popularity  of  cruises  is  more  than  compensating 
for,  the  diversion  of  business  travellers  from  sea  to  air.    On  the  basis 
of  the  number  of  new  passenger  ships  recently  launched  or  currently 
under  construction,  as  well  as  the  rising  standards  of  living  evidenced 
in  Europe  and  in  the  United  States,  it  is  estimated  that  the  number 
of  cruise  passengers  passing  through  the  port  by  1980  will  more  than 
double.    Given  adequate  port  facilities  to  preserve  its  role  as  an 
international  gateway,  Manhattan  can  hope  to  attract  as  many  as  1  1/4  million 
seagoing  tourists  annually  in  the  foreseeable  future. 

Port  of  New  York  Overseas  Ship  Passengers 


0 


Passenger  Ship  Service 


Regularly  Scheduled 
Cruise 


1961 
Actual 

705,000 
242,000 


1980 
Forecast 

650,000 
550,000 


Total: 


947,000  1,200,000 


Sources:    Port  of  New  York  Authority 
Department  of  City  Planning 


INFLUENCES  ON  LOCATION  OF  PORT  FACILITIES 

Most  of  the  existing  piers  in  the  port  are  located  where  they  are  by 
reason  of  historical  concentrations  of  activities.    Long  established 
business  and  labor  relationships  have  induced  many  shipping  companies 
to  remain  and  invest  in  improved  facilities  at  these  traditional  locations. 

The  changing  function  of  the  port,  however,  has  ielt  its  mark  in 
obsolete,  abandoned  and  decaying  piers.    New  York,  for  example,  no 
logger  serves  as  a  fishing  center  --  some  93  per  cent  of  all  our  fish, 
much  of  it  frozen,  now  romps  into  the  City  by  truck  and  rail  --  which 
augurs  the  ultimate  replacement  of  the  Fulton  Fish  Market  on  the 
East  River  with  a  more  appropriate  use. 


The  new  container  ship  facility  at  Port  Elizabeth  on  the 
New  Jersey  side  of  the  harbor  provides  the  cargo  handling 
efficiency  necessary  to  attract  commerce  to  New  York 
Harbor.    Future  cargo  piers  in  Brooklyn  and  Staten  Island 
must  offer  good  transportation  access  and  ample  backup 
space  for  cargo  storage  and  processing  if  New  York  City 
is  to  remain  competitive  in  port  development. 
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Similarly,  a  technological  revolution  in  freight  handling  techniques 
is  creating  a  new  set  of  forces  affecting  the  location  of  modern  port 
facilities  and  contributing  to  the  atrophy  of  others.    Freight  transportation  on 
land,  sea  and  air  is  undergoing  rapid  change  to  provide  the  faster  and 
less  costly  movement  of  goods  demanded  by  an  expanding  economy  both 
here  and  abroad.    This  means  that  proposed  pier  facilities  must  meet  -- 
as  ,a  primary  consideration  for  public  investment  --  the  following 
requirements  for  efficient  goods  handling  if  they  are  to  attract  commerce 
to  New  York  Harbor: 

Unitization  of  Cargo 

Consolidation  of  individual  cargo  shipments  into  larger 
units  is  increasingly  the  key  to  more  efficient  port 
operations.    The  growing  practice  of  transferring  loaded 
containers  and  trailers  directly  from  ship  to  shore 
has  so  reduced  ship  turnaround  time  that  one  specialized 
deep  sea  berth  can  now  handle  500,000  tons  of  unitized 
cargo  per  year  as  compared  with  150,000  tons  at  a  modern, 
but  conventional  general  cargo  pier  berth. 

This  efficiency  is  possible,  however,  only  if  there  is 
ample  backup  space  adjacent  to  the  ship  berth  for  orderly 
pre-storage  of  cargo.    Experience  has  shown  that  ten  or 
more  acres  of  space  is  required  for  each  specialized  cargo 
berth,  as  compared  with  two  acres  typically  provided  at 
conventional  pier  facilities. 

Specialized  facilities  now  move  about  one-third  of  the  total 
general  cargo  tonnage  passing  through  the  port.    It  is  anticipated 
that  container  ships  and  other  specialized  vessels  will  carry 
the  bulk  of  all  future  domestic  and  coastwise  trade  which 
passes  through  the  Port  of  New  York.    Growing  competition 
in  the  North  Atlantic  and  other  foreign  trade  markets, 
furthermore,  is  likely  to  lead  to  a  dramatic  swing  to 
container  ship  operations  on  overseas  trade  routes  in  the 
near  future.    Indeed,  the  day  may  be  fast  approaching  when 
there  will  be  no  need  to  construct  additional  conventional 
cargo  piers  in  New  York  Harbor. 
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Truck  Access 

Two-thirds  of  all  general  cargo  moving  through  the  port 
is  delivered  to  or  carried  away  from  the  pier  by  truck. 
Easy  accessibility  by  truck  to  points  within  and  beyond 
the  New  York  metropolitan  region  must  be  provided  by 
<     any  port  location  which  hopes  to  be  competitive  in  reducing 
the  cost  and  time  involved  in  trans-shipment  of  goods. 

Supporting  Facilities 

Much  of  the  general  cargo  passing  through  New  York  Harbor  -- 
such  as  food  products  --  must  be  processed  before  being 
either  trans-shipped  or  consumed  in  the  metropolitan  market. 
The  location  of  specialized  supporting  facilities  immediately 
adjacent  to  the  pier  operations  has  thus  proved  increasingly 
attractive  to  port  tenants,  and  the  provision  of  adequate 
backup  space  for  such  facilities  has  become  an  important 
factor  in  any  modern  port  development  program. 

TRENDS  IN  LOCATION  OF  PORT  FACILITIES 

The  location  of  port  facilities  within  New  York  Harbor  has  shifted  over 
the  years  in  response  to  changing  conditions.    These  shifts  should  be 
viewed  as  indicators  of  where  future  improvements  should  be  planned. 
Historically,  deep-sea  piers  have  been  heavily  concentrated  close  to 
the  center  of  population  and  industry;  first  along  Manhattan's  East  River, 
then  along  the  North  River,  and  later  Brooklyn.    In  comparatively  recent 
years,  the  New  Jersey  side  of  the  Port  has  grown  in  relative  importance. 

The  accompanying  chart  (plate  4)  is  one  measure  of  the  decentralization 
of  port  activities  that  has  been  taking  place  in  recent  decades.  Man- 
hattan, the  traditional  heart  of  the  port,  has  precipitously  declined 
in  importance  and  is  now  handling  only  one-fifth  of  the  port's  general 
cargo  shipping.    Brooklyn,  during  the  same  period,  has  steadily  grown 
to  its  present  dominant  position.    Staten  Island's  waterfront  continues 
to  play  a  minor  role  in  the  port.    The  Hoboken- Jersey  City  waterfront 
has  remained  relatively  stable  in  importance.    Newark  Bay  has  become 
an  important  sector  of  the  port  within  the  past  decade,  due  to  Port 
Authority  projects  at  Port  Newark  and  Port  Elizabeth. 


PORT  OF  NEW  YORK 

DEEP  SEA  SHIPPING  ACTIVITY  BY  PORT  SECTOR* 

(Percent  Distribution) 


*    BASED  ON    ANALYSIS    OF     SHIP    TONNAGE     IN  FOREIGN 
TRADE   AND     GENERAL      CARGO     SHIP  BERTHINGS- 


SOURCES:       "REGIONAL    PLAN    OF  1928" 

(EXCLUDES     COASTWISE  SHIPPING) 

DEPARTMENT   OF    MARINE    AND  AVIATION 
"NORTH    RIVER    REDEVELOPMENT  PLAN" 


LATE  N0.4 
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PORT  PROSPECTS 

Present  indications  point  to  a  continuation,  if  not  an  acceleration, 
of  present  locational  trends  in  the  port  activities  in  various  sectors 
of  the  harbor.    The  chart  on  plate  5  is  a  forecast  of  future  levels  of 
port  operations  based  on  an  assessment  of  existing  trends  and  probable 
effects  of  port  improvement  programs.    Assuming  the  most  optimistic 
forecast  of  overall  growth  in  port  commerce,  it  is  unlikely  that  the 
gradual  decline  of  Manhattan  as  a  cargo  handling  center  could  be 
reversed,  even  if  this  were  desirable. 

MANHATTAN'S  CHANGING  ROLE 

Manhattan  Island  is  the  most  preferred  real  estate  location  in  the 
world.    From  the  day  of  the  first  settlers,  Manhattan  has  been  the  hub  of 
the  growing  metropolis.    Originally,  most  of  the  manufacturing  and 
marketing  activities  in  the  New  York  Region  were  located  in  the  Manhattan 
Central  Business  District  adjoining  the  East  River  and  North  River 
waterfronts.    In  recent  decades,  however,  as  the  region  and  its 
transportation  system  have  expanded,  these  functions  have  increasingly 
been  pushed  to  more  outlying  locations  by  the  many  other  activities 
competing  for  space  in  the  core  of  the  country's  greatest  city. 

Construction  of  73  million  square  feet  of  new  office  building  space  in 
the  last  16  years  attests  to  Manhattan's  growing  role  as  the  nation's 
business  and  cultural  center.    In  contrast  to  the  unprecedented  growth 
in  office  and  related  service  functions,  goods -handling  activities, 
including  manufacturing,  wholesaling,  and  warehousing,  are  steadily 
declining.    Increased  demand  for  more  housing  and  related  community 
facilities  close  to  the  growing  Midtown  and  Downtown  business  districts 
has  also  caused  added  competition  for  Manhattan's  valuable  land. 

The  changing  character  of  Manhattan's  Central  Business  District  in 
the  short  period  between  1956  and  1963,  shown  on  plate  6,  indicates 
a  marked  trend  away  from  goods  handling  and  processing  toward  service 
activities,  office  functions,  and  residential  use. 

In  the  opinion  of  this  Commission,  Manhattan's  burgeoning  role  as 
the  world's  great  center  of  business,  finance,  decision-making, 
medicine  and  the  arts  is  of  primary  importance  to  the  economic  and 
social  welfare  of  the  City  and  should  be  encouraged  by  public  action. 


1       I   1980  FORECAST 

PORT  OF  NEW  YORK 
TOTAL  GENERAL  CARGO  OPERATIONS  BY  SECTOR 

(Millions  of  Short  Tons) 


5LATE  NO.  5 


SOURCES:       DEPARTMENT    OF   MARINE   AND  AVIATION 
PORT  OF  NEW  YORK  AUTHORITY 
DEPARTMENT    OF    CITY  PLANNING 
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This  point  of  view  has  important  implications  for  the  East  River  and 
North  River  wateifronts  bordering  the  Central  Business  District. 
It  implies  that  the  City  should  allocate  more  of  this  valuable  and 
limited  space  for  uses  which  are  most  compatible  with  the  course 
of  future  development  on  Manhattan.    The  development  of  creatively- 
designed  and  strategically  located  housing  along  the  waterfront,  for 
example,  could  prove  to  be  a  boon  to  middle-income  families  who 
are  seeking  attractive  residential  amenities  coupled  with  easy, 
quick  access  to  places  of  work.    Other  piers  could  be  developed  solely 
for  park  and  recreational  purposes,  or  in  combination  with  housing, 
to  provide  handsome  "windows  on  the  waterfront"  for  Manhattan's 
land-locked  populace.    Our  abundant  waterway  resources  offer  great 
opportunities,  still  untapped,  for  commutation  and  pleasure  travel. 
Emphasis  should  also  be  placed  on  the  expansion  of  the  passenger 
liner  piers  which  serve  as  an  international  gateway  for  businessmen, 
officials,  and  tourists  coming  to  or  passing  through  New  York. 

Conversely,  cargo  piers  and  related  activities  should  have  a  lower 
claim  on  valuable  space  along  the  Manhattan  watefront  in  the  future. 
The  growing  decentralization  of  goods -handling  activities  within  the 
New  York  Metropolitan  area  (more  than  three-quarters  of  the  cargo 
crossing  the  Manhattan  waterfront  today  is  immediately  trans-shipped 
to  non-Manhattan  locations  --  largely  by  truck),  the  lack  of  backup 
space  behind  both  the  East  River  and  North  River  waterfronts,  and  the 
traffic  congestion  that  is  inevitable  in  a  dense  center  city  accessible 
only  by  river  crossings,  are  three  unalterable  factors  which  combine 
to  penalize  Manhattan  Island  as  a  likely  focus  for  additional  new  cargo 
pier  operations. 

Railroad  freight  facilities  along  the  North  River  waterfront  will 
likewise  continue  to  dwindle  in  importance  due  to  the  decline  in 
goods -handling  activities  in  Manhattan,  increased  use  of  trucks  for  freight 
distribution,  and  railroad  company  mergers. 

OUTLOOK  FOR  OTHER  SECTORS 

While  the  Brooklyn  waterfront  has  adequate  facilities  and  other 
advantages  to  remain  vigorous  in  the  immediate  future,  it  is  not  likely 
to  grow  unless  major  improvements  are  provided.    Completion  of  the 
Narrows  Bridge  and  connecting  highways  will  greatly  improve  access 
between  the  Brooklyn  shorefront  and  the  New  Jersey  hinterland. 
Additional  modern  terminal  facilities  including  more  extensive  back-up 
areas  and  supporting  operations  will  also  be  necessary,  however, 
if  Brooklyn's  waterfront  is  to  remain  competitive  with  the  facilities 
on  the  New  Jersey  side  of  the  Harbor. 
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If  New  York  City  is  really  serious  about  improving  its  position  as  a 
port,  it  must  begin  by  concentrating  on  that  section  of  its  waterfront 
which  has  the  maximum  potential  for  pier  redevelopment  --  the  one 
mile  of  choice  Brooklyn  shorefront  extending  from  Gowanus  Bay  to  Bay 
Ridge.    Without  such  a  port  improvement  program,  Brooklyn  cargo  tonnage 
will  likely  decline  in  the  future  rather  than  increase  as  forecast. 

It  remains  to  be  determined  whether  new  arterial  highways  can  overcome 
the  disadvantages  of  relative  isolation  which  now  plague  the  Staten 
Island  sector  of  the  port.    It  is  assumed  that  provision  of  modern 
pier  facilities  and  ample  backup  space  will  succeed  in  attracting 
additional  shipping  activity  to  the  Stapleton  area  after  the  opening  of 
the  Narrows  Bridge  and  connecting  arteries. 

It  is  projected  that  the  New  Jersey-Hudson  River  waterfront  will  hold 
its  own  at  the  present  level  of  operation. 

Newark  Bay  presently  has  the  best  potential  of  any  part  of  the  Harbor, 
since  it  offers  the  good  transportation  access  and  ample  backup  space 
which  are  essential  for  modern  pier  operations.    It  is  significant  to  note 
that  the  1980  cargo  tonnage  forecast  for  Port  Newark-Elizabeth  is 
10.3  million  tons  --  greater  than  any  other  sectors  of  the  port  --  and, 
that  the  capacity  of  the  facilities  presently  programmed  for  construction 
by  the  Port  Authority  at  this  location  could  permit  the  handling  of  more 
than  12  million  tons. 

In  summary,  therefore,  it  would  appear  that  the  gradual  decline  in 
cargo  handling  in  the  Manhattan  sector  of  the  port  is  inevitable  and  that 
efforts  to  rebuild  Manhattan  as  a  cargo  center  would  be  accomplished 
at  the  expense  of  the  Brooklyn  and  Staten  Island  waterfronts  --  both 
of  which  offer  the  brightest  outlook  for  maintaining  the  City's  competitive 
position  for  port  commerce  and  port-affiliate'd  jobs. 
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ANALYSIS  OF  NORTH  RIVER  DEVELOPMENT  PROPOSAL 

The  Department  of  Marine  and  Aviation's  consultants  have  put  forward  a 
massive  program  for  the  face-lifting  of  virtually  the  entire  North  River 
waterfront  from  the  Battery  to  72nd  Street.    There  are  elements  of  this 
proposal  which  the  Planning  Commission  believes  are  creative  and 
compatible  with  sound  future  planning  for  Manhattan.    Further,  we 
believe  it  is  highly  desirable  for  the  City  to  formulate  policy  and 
programs  to  guide  the  redevelopment  of  the  North  River  waterfront 
through  the  period  of  change  which  lies  ahead. 

The  consultants  have  recognized  the  need  to  begin  developing  portions 
of  this  waterfront  for  uses  other  than  port  functions  which  presently 
occupy  this  location.    We  also  agree  that  the  modernization  of  the  North 
River  passenger  piers  should  have  high  priority  -  although  we  believe  the 
specific  proposals  for  this  modernization  are  too  modest  in  scope  to 
meet  the  needs  of  travelers  and  tourists  who  will  be  using  the  so-called 
superliner  piers  in  future  years. 

While  we  agree  with  the  need  to  modernize  and  maintain  existing  goods 
handling  piers  on  the  North  River,  we  question  the  strong  emphasis 
which  this  plan  places  on  creation  of  new  cargo  handling  facilities  along 
the  North  River  waterfront.    The  Department  of  Marine  and  Aviation 
proposes  to  triple  the  amount  of  North  River  shorefront  used  for  deep 
sea  cargo  pier  facilities  over  the  remaining  decades  of  the  20th  Century  to 
maintain  Manhattan's  "fair  share"  of  the  port  activity. 

We  believe  it  is  neither  necessary,  desirable,  nor  indeed  feasible  to 
"turn  back  the  clock"  and  attempt  to  rebuild  two  more  miles  of  Manhattan 
waterfront  for  cargo  piers  in  addition  to  the  one  mile  presently  utilized 
for  this  purpose.    This  policy  is  unnecessary  because  there  is  no 
shortage  of  potential  sites  in  other  parts  of  the  Harbor,  and  Manhattan's 
growth  as  a  business  center  is  no  longer  dependent  upon  the  physical 
presence  of  cargo-handling  facilities  on  Manhattan  Island. 

In  the  final  analysis,  we  question  whether  many  shipping  companies  will 
be  willing  to  sign  long-term  leases  for  new  piers  on  Manhattan  costing 
as  much  as  $5  million  per  berth  when  more  spacious  facilities  can  be 
provided  at  other  locations  in  the  port  for  substantially  lower  costs. 
It  is  also  doubtful  that  shippers  would  pay  to  create  new  backup  space 
at  $400,000  an  acre  along  the  most  crowded  and  congested  waterfront 
in  the  port,  when  other  sectors  of  the  Harbor  have  adequate  space 
potentially  available  at  a  fraction  of  this  cost. 
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We  also  believe  that  commitment  by  the  City  of  New  York  to  a  two-thirds 
billion  dollar  waterfront  redevelopment  program  as  proposed  would 
prove  financially  unworkable  within  the  Capital  Budget  framework  and 
the  obvious  budgetary  demands  for  vital,  high-priority  facilities  and 
services.    Even  if  the  proposed  waterfront  facilities  could  be  financed 
on  a  .self-supporting  basis,  which  appears  doubtful,  one-quarter  of  the 
borrowings  for  capital  construction  would  initially  need  to  be  within  the 
debt  limit.    Many  additional  millions,  furthermore,  would  be  reqi  ired 
for  changes  in  the  City's  street  system  and  other  supporting  facilities 
that  would  be  needed  if  massive  redevelopment  of  the  North  River 
shorefront  were  to  be  undertaken. 

Beyond  the  problem  of  financing,  there  are  serious  planning  questions 
raised  in  a  commitment  to  precise  plans  for  the  entire  North  River 
waterfront.    We  believe  that  practical  planning  dictates  a  broad, 
flexible  policy  for  North  River  development  with  emphasis  placed  on 
priority  areas  where  needs  are  obvious  and  trends  predictable. 

Some  facilities  along  this  shorefront  can  and  will  continue  to  function, 
as  at  present,  for  years  to  come.    However,  the  full  effect  that  rapid 
technological  changes  will  have  on  other  waterfront  installations 
cannot  be  accurately  gauged  at  this  time.    Developments  in  the  field 
of  air  transportation,  for  example,  might  radically  affect  the  future 
potential  of  marine  cargo  terminal  facilities  before  the  year  2000. 
Accordingly,  we  must  plan  for  the  unforeseen  by  avoiding  over-commit- 
ment of  our  resources. 

The  development  policy  outlined  in  the  Department  of  Marine  and  Aviation's 
report  has  serious  implications  affecting  sound  planning  for  future  land 
use  on  and  near  the  waterfront.    In  some  instances  it  would  preempt 
sections  of  the  shorefront  for  uses  which  are  unrelated  to  present 
or  anticipated  needs.    The  suggestion  that  deep-sea  cargo  handling 
piers  should  be  combined  with  housing  and  recreational  development 
does  not  mitigate  the  fact  that  the  cargo  piers  in  these  areas  are  not 
justified  by  demand  or  good  land  use  planning. 

While  multi-purpose  pier  development  of  this  type  may  eventually  prove 
to  have  merit  at  selected  locations,  it  raises  as  many  problems  as  it 
solves  with  respect  to  financing,  transportation  access,  and  compati- 
bility of  different  activities.    This  concept  should  be  tested  experimentally 
before  being  established  as  an  official  development  policy. 
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In  summary,  we  believe  the  proposed  North  River  Redevelopment  Plan 
has  served  as  a  stimulus  to  focus  public  attention  upon  the  port  needs  of 
the  City  and  has  offered  several  notable  suggestions  which  are  incorporated 
in  this  Commission's  recommendations  as  set  forth  in  the  following 
section  of  this  report.    We  believe,  however,  that  it  would  be  fiscally 
imprudent  and  unsound  planning  for  the  City  to  undertake  an  intensive 
program  of  new  cargo  pier  development  in  Manhattan  at  the  expense  of 
neglecting  the  superior  potential  of  Brooklyn  or  Staten  Island  piers. 

It  is  vitally  important  for  New  York  to  preserve  and  enhance  its  port 
which  has  historically  been  the  key  to  the  City's  economic  development. 
We  believe  the  strengthening  of  our  port  position  --  and  its  specific 
implications  in  terms  of  jobs  for  our  residents  --  calls  for  a  strategy  of 
action  by  this  Administration  which  insures  the  City's  "fair  share"  of  port 
activity,  and  not  merely  Manhattan's. 


Redevelopment  of  the  Superliner  piers  on  the  North  River 
rates  top  priority.    New  York  is  the  major  water  gateway  to 
America,  and  the  growing  popularity  of  cruises,  originating 
here  and  in  Europe,  is  resulting  in  increased  demands  on 
passenger  ship  terminals .    There  is  no  reason  why  this  water 
gateway  to  New  York  should  not  provide  as  attractive,  com- 
fortable and  convenient  facilities  for  passengers  and  visitors 
as  the  air  gateway  at  Kennedy  Airport. 
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RECOMMENDATIONS  FOR  PORT  IMPROVEMENTS 

In  considering  a  course  of  action  for  port  development  and  improvement 
there  are  several  key  principles  which  we  believe  should  serve  as  a  guide 
in  formulating  both  immediate  and  longer- range  plans: 

1.  In  the  interest  of  the  City,  port  plans  must  be  viewed 
on  a  comprehensive  basis.    Consideration  of  the 
development  of  one  sector  without  regard  to  the 
others  is  unrealistic. 

2.  Priority  of  action  must  be  based  on  the  relative  importance 
of  an  improvement  to  other  competing  needs  for 
development;  on  its  value  in  strengthening  or  maintaining 
the  City's  economic  base;  on  its  ability  to  support  or 
strengthen  other  city  policies  or  on- going  development 
plans;  and  on  its  economic  feasibility. 

3.  Plans  for  Manhattan's  waterfront  should  reinforce  the 
development  of  the  Central  Business  District  as  the 
nation's  business  and  financial  headquarters;  as  a 
world  center  for  cultural,  medical,  educational,  and 
diplomatic  affairs;  as  a  center  for  entertainment, 
travel  and  tourism;  and  as  a  residential  community. 

4.  Cargo  handling  piers  should  be  concentrated  in  areas 
where  industrial  and  commercial  uses  will  continue 
to  be  located,  and  where  there  is  reasonable  back-up 
space  and  good  highway  access. 

5.  The  public's  right  to  use  and  enjoy  the  waterfront 
must  be  a  paramount  consideration  in  planning  and 
designing  new  waterfront  development.    Such  planning  must 
also  be  carefully  coordinated  with  current  urban 
renewal  and  housing  programs  in  respect  to  comprehensive 
planning  requirements  and  allocation  of  fiscal  resources. 

With  these  basic  principles  serving  as  a  framework,  the  Planning 
Commission  proposes  the  following  actions: 


INTERNATIONAL  SUPERLINER  TERMINAL 


Imaginative  redevelopment  of  the  superliner  piers  and  adjacent  land 
areas  from  43rd  to  57th  Streets  should  have  the  highest  priority  of 
any  program  on  the  North  River  waterfront.    It  is  in  the  City's  best 
interest  to  provide  a  spectacular  international  gateway  for  ship  passen- 
gers to  match  the  best  aspects  of  Kennedy  Airport  for  air  passengers. 
A  superliner  terminal  on  a  grand  scale  could  serve  as  a  vital  stimulus 
in  the  renaissance  of  west  side  Midtown  Manhattan  as  well  as  en- 
hancing New  York's  prestige  as  an  international  metropolis. 

The  proposal  for  modernization  described  in  the  Department  of 
Marine  and  Aviation  report  marks  an  important  and  necessary  step  in 
providing  the  type  of  passenger  pier  service  New  York  has  long  needed. 
We  believe,  however,  that  this  proposal  should  be  expanded  as  creatively 
as  possible  to  include  added  attractive  features  for  passengers  and 
visitors  --  features  that  will  make  this  a  world-famed  attraction  and 
bring  added  revenues  to  the  City. 

An  excellent  opportunity  presents  itself  to  infuse  into  the  plans  for 
handling  of  superliners  a  number  of  physical  and  visual  amenities 
which  can  have  a  dramatic  impact  upon  the  future  development  of  the 
entire  West  Side  Area.    While  the  conventional  "finger  pier"  treatment 
suggested  by  the  Department  of  Marine  and  Aviation  might  serve  its 
purpose,  we  urge  that  newer  concepts  in  pier  design  be  considered  -- 
such  as  the  hollow  square  design  introduced  to  the  North  River  at 
Pier  40.    The  features  of  a  bolder  plan  could  improve  vehicular 
access,  speed  passenger  traffic  and  processing,  facilitate  embarking 
and  debarking,  and  provide  numerous  assets  such  as  pedestrian  prome- 
nades, observation  decks,  and  revenue-producing  shops,  cafes  and 
other  concessions. 

Considerable  rebuilding  of  the  West  Side  Highway  and  other  highway 
access  facilities  is  necessary  to  unscramble  the  traffic  congestion 
which  presently  plagues  this  location,  making  sailing  more  of  a  chore 
than  a  pleasure.    Grade  separation  of  through  traffic  from  vehicles 
destined  to  and  from  the  piers  is  essential  for  successful  redevelopment. 
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Planning  of  waterfront  facilities  must  be  tied  in  with  redevelopment  of 
adjacent  land  areas  for  maximum  benefit  to  the  entire  west  midtown 
area.    Hotels  and  other  passenger  service  facilities  could  be  provided 
at  this  location.    Over  the  longer  run,  a  west  side  transportation  center 
might  be  a  possibility,  including  peripheral  parking  facilities,  a  heliport 
and  a  passenger  station  on  the  New  York  Central's  west  side  line  all  tied 
to  the  piers  and  Midtown  core  area  by  means  of  a  new  transit  distribution 
system. 

It  is  estimated  that  a  terminal  of  this  size  and  its  related  facilities  -- 
excluding  the  development  of  adjacent  land  and  highway  improvements  -- 
might  cost  well  over  $100  million.    Revenues  from  leases  to  ship 
companies,  concession  rentals  and  fees,  and  possibly  a  passenger  port 
fee  could  make  this  a  realistic  financial  investment  with  important 
dividends  to  the  welfare  of  the  City. 

CARGO  PIER  IMPROVEMENTS 

The  Commission  recommends  that  the  primary  emphasis  on  the  develop- 
ment of  new  cargo  handling  piers  focus  upon  the  Brooklyn  and  Staten 
Island  waterfronts. 

Brooklyn 

Currently  the  dominant  sector  of  the  entire  port,  Brooklyn  is  being 
threatened  by  the  sharp  rise  in  freight  cargo  handling  in  the  modern 
Port  Authority  facilities  at  Port  Newark  and  Port  Elizabeth. 

Every  effort  should  be  made  to  secure  Brooklyn's  port  position  by: 

a)  Acquisition  of  additional  back-up  space  where 
possible  to  support  on-going  terminal  activities. 

b)  Development  of  new  piers  and  related  facilities 
to  expand  present  berthing  capacity.    Specific  in- 
quiry should  be  made  into  the  availability  of  all 
or  part  of  the  waterfront  along  Bay  Ridge  Channel 
for  possible  conversion  into  new  facilities  with 
potential  for  handling  unitized  cargo. 
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c)      Coordination  and  acceleration,  if  necessary,  of 
highway  programs  to  serve  Brooklyn  and  its 
links  to  other  areas  with  pier  development  to 
insure  our  competitive  position  for  port  business. 
Similarly,  residential  and  non- residential  urban 
renewal  programs  should  be  integrated,  where 
feasible,  with  general  port  development. 

Staten  Island 

The  Staten  Island  piers  in  Stapleton  are  archaic  and  seriously  limited 
in  their  current  capacity  to  handle  foreign  cargo.    The  prospect  of 
the  Verrazano  Bridge  and  new  expressway  links  to  New  Jersey  will 
vastly  improve  Staten  Island's  role  in  the  Port  and  plans  should  be 
laid  now  for  a  massive  face-lifting  of  piers  in  this  sector.  Serious 
study  should  also  be  given  to  the  coordination  of  the  huge  proposed 
industrial  park  on  Mariner's  Harbor  with  possible  ancillary  development 
of  deep-sea  port  facilities. 

North  River 

Some  of  the  North  River  waterfront  will  continue  to  serve  an  important 
role  in  cargo  handling  and  we  recommend  that  these  facilities  be 
modernized  or  rehabilitated  to  maximize  the  city's  long-term  invest- 
ment here. 

The  Chelsea  Piers,  along  the  one  mile  waterfront  from  the  vicinity 
of  14th  Street  north  to  37th  Street,  have  first  priority  on  the  North 
River  for  cargo  handling  and  freight  distribution,  because  of  the 
presence  of  active  and  recently  improved  piers*    The  area  from  23rd 
Street  to  37th  Street  can  be  used  for  both  cargo  and  consolidated  rail 
freight  terminals,  to  the  extent  the  latter  are  necessary  in  the  future 
in  the  Midtown  Area. 

The  Washington  Market  Waterfront,  from  Chambers  Street  to  West 
Houston  Street,  is  also  appropriately  located  for  continued  cargo  pier 
and  other  freight  handling  activities  for  the  future.    This  is  pointed 
up  by  the  existing  non- residential  character  of  this  section,  its 
accessibility  to  the  Holland  Tunnel,  and  its  potential  access  to  East  River 
cros  sings . 

There  is  a  question,  however,  as  to  whether  future  cargo  facility 

demands  on  the  North  River  will  require  pier  redevelopment  in  this  sector. 


The  hollow- square  design  of  Pier  40,  built  by  the  Department 
of  Marine  and  Aviation  for  the  Holland- America  Line  at 
West  Houston  Street  on  the  North  River,  has  proved  a  creative 
solution  to  some  of  the  pier  problems  faced  by  a  combined 
passenger-cargo  operation.    The  lessons  learned  here  may  be 
useful  in  redeveloping  the  Midtown  superliner  piers. 
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The  future  status  of  this  shorefront  will  be  greatly  influenced  by- 
planning  for  the  adjacent  Washington  Market  Area  and  decisions  on  the 
proposed  Lower  Manhattan  Expressway.    Therefore,  pirority  of  action 
and  development  plans  for  this  area  should  be  closely  related  to  decisions 
on  these  projects. 

t 

OTHER  WATERFRONT  DEVELOPMENT 

It  has  been  noted  that  many  sections  of  the  City's  waterfront  offer 
excellent  opportunities  for  development  not  related  to  commercial  port 
activity.    Both  the  North  River  and  East  River  waterfronts  of  Manhattan 
offer  this  potential. 

West  midtown 

The  concentration  of  recreational  facilities  of  various  kinds  on  the 
waterfront  from  37th  to  42nd  Streets,  as  proposed  in  the  North  River 
Development  Report,  is  a  sound  policy.    Improved  facilities  for  sight- 
seeing boats  are  most  appropriate  near  the  foot  of  42nd  Street,  accessible 
to  Midtown  hotels  and  entertainment  activities.    The  concept  of  a  major 
convention  hall  at  this  location  merits  further  consideration  as  to  its 
physical  and  financial  feasibility. 

Greenwich  Village  Area 

The  area  running  south  of  the  Chelsea  Piers  down  to  West  Houston 
Street  should  be  allocated  exclusively  for  residential,  recreational 
and  other  non-port  uses.    The  North  River  shorefront  opposite  Green- 
wich Village  offers  a  unique  opportunity  for  imaginative  new  development 
to  provide  much  needed  housing  at  an  attractive  location  adjoining  a 
vigorous  residential  community.    This  site  can  also  provide  recreational 
facilities  for  residents  of  Manhattan  in  this  general  area  who  presently 
have  no  access  to  the  waterfront. 
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Downtown  Manhattan 

The  Lower  Manhattan  waterfront  from  the  Battery  to  Chambers 
Street  should  be  redeveloped  to  complement  the  renewal  of  the 
Downtown  Financial  District.    This  valuable  tip  of  Manhattan 
should  be  used  to  augment  the  future  development  of  land  areas 
between  Church  Street  and  the  River.    There  is  potential  here 
for  new  commercial,  residential  and  recreational  uses.    Cargo  piers 
are  neither  necessary  in  this  area  nor  compatible  with  the  kinds  of 
high-quality  redevelopment  which  might  be  attracted  in  future  years  to 
this  superior  west  side  location  near  Wall  Street  and  fronting  on 
New  York  Harbor. 

Since  the  redevelopment  of  Lower -Manhattan  is  not  dependent  upon 
this  waterfront,  there  is  no  need  to  assign  a  high  priority  of  action  to 
this  segment  of  the  North  River.    However,  exploration  of  various 
options  should  be  undertaken  to  take  maximum  advantage  of  this  strategic 
location  on  the  edge  of  the  financial  heart  of  the  country. 

Upper  West  Side 

The  future  development  of  this  waterfront  from  57th  Street  to 
72nd  Street,  should  be  keyed  to  the  fact  that  the  air  rights  over  the 
adjacent  railroad  yards  have  been  designated  as  suitable  for  residential 
urban  renewal.    This  is  another  segment  of  the  North  River,  that  does 
not  seem  to  warrant  immediate  action  or  fiscal  commitment.  However, 
we  are  aware  that  negotiations  for  a  new  Italian  Line  passenge^r  terminal 
at  66th  Street  have  been  underway  for  a  number  of  years  and  we  would 
suggest  that  attempts  be  made  to  combine  this  single  terminal  with 
the  expanded  superliner  facilities  further  south. 

East  River 

The  East  River  waterfront  from  the  Manhattan  Bridge  area  south 
to  the  Battery  is  a  suitable  location  for  residential  and  recreational 
development  related  to  the  adjacent  Downtown  financial  district  and 
existing  and  planned  residential  communities  facing  on  the  River. 
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THESE    SKETCHES  SUGGEST 
HOW     THE  WATERFRONT 
MIGHT     BE  FUNCTIONALLY 
DEVELOPED    AS    PART  OF 
THE     CITY    TO   OPEN  ITS 
NATURAL     BEAUTY  AND 
AMENITY     TO    THE  NEIGH- 
BORING    COMMUNITY  WHILE 
PROVIDING     NEW  HOUSING 
AND     PARK  SITES 
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PORT  CLEANUP 

Most  of  the  East  River  piers  and  a  shocking  number  of  North  River, 
Brooklyn  and  Staten  Island  facilities  are  in  a  disgraceful  state  of  decay 
and  deterioration.    Visitors,  foreign  tradesmen  and  others  viewing  our 
traditional  ocean  gateway  cannot  be  expected  to  be  impressed  with  our 
port  or  our  City  judging  by  the  sorry  condition  of  our  waterfront. 

We  urge  that  a  clean-up  program  be  undertaken  to  rid  our  port  of 
ancient,  rotting  piers.    Such  a  program  also  offers  an  opportunity  to 
develop  temporary  recreational  facilities  or  other  uses  on  abandoned 
piers  pending  longer-range  redevelopment. 

It  is  recognized  that  a  public  works  program  of  this  size  is  costly. 
However,  we  would  urge  that  the  possibility  of  securing  Federal  or 
State  aid  for  this  operation  be  explored.    There  appears  to  be  an 
excellent  potential  here  to  combine  a  much-needed  port  project  with 
our  efforts  to  expand  job  opportunities  in  the  City. 


PORT  OF  NEW  YORK 

7  PROPOSED  WATERFRONT  IMPROVEMENTS 
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STRATEGY  FOR  WATERFRONT  DEVELOPMENT 


Translating  planning  goals  into  operational  programs  requires  vigorous, 
positive  action  by  the  key  leadership  of  the  City.    This  is  especially 
true  in  the  case  of  waterfront  development  because  of  the  diverse 
private,  quasi-governmental  and  governmental  agencies  involved. 

If  the  objectives  as  generally  set  forth  in  this  report  are  agreed  upon 
within  the  City  Administration,  the  logical  next  step  is  to. develop 
procedures  to  implement  these  goals  on  both  short-term  and  long-term 
bases.    This  will  necessitate  a  close  working  relationship  among  the 
Department  of  Marine  and  Aviation,  the  City  Planning  Commission,  the 
Department  of  Commerce  and  Industrial  Development,  the  Housing  and 
Redevelopment  Board,  the  Highway  Department,  the  Park  Department, 
Traffic  Department,  and  other  agencies  including  the  Port  of  New  York 
Authority  and  rail,  highway,  and  water  common  carriers. 

A  clear  determination  must  be  made  as  to  which  agencies  shall  be 
responsible  for  planning  and  implementing  the  various  aspects  of  this 
complex  development  program.    In  selecting  the  proper  agency  for 
the  right  job  it  would  be  wise  to  bear  in  mind  the  fixed  objective  of 
bringing  to  the  City  the  maximum  return  for  its  investment  of  time, 
energy,  and  resources.    The  short-term  and  long-term  profits  to 
be  realized  in  these  projects  must  not  only  be  measured  in  revenues 
to  the  City,  but  in  their  potential  to  stimulate  the  economy  of  the  City  and 
promote  better  living  and  working  conditions. 

We  believe  it  is  also  necessary  to  work  closely  with  the  maritime 
industry  and  port  labor  representatives  to  insure  complete  understanding 
of  the  overall  goals  of  the  City  in  seeking  to  strengthen  its  port  operations. 
We  believe  that  the  long-range  port  development  as  outlined  here  can 
bring  maximum  benefit  to  government,  industry  and  labor. 

Once  these  operational  and  policy  matters  are  clarified,  a  short-term 
and  long-term  port  development  program  can  be  defined.    In  the 
higher  priority  short-term  programs  we  would  urge: 

1.     Development  of  Superliner  Terminal,  North  River 
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2. 


Development  of  additional  cargo-handling 
facilities  in  Brooklyn 


3. 


Port  clean-up 


We  recommend  as  middle- range  and  longer- range  projects: 


1. 


Development  of  housing,  cultural  and  recreational 
facilities  on  the  North  River  and  East  River 


2. 


Improvement  of  Staten  Island  pier  facilities 


3. 


Modernization  of  existing  cargo  piers  ,  North  River 


It  is  apparent,  of  course,  that  within  all  of  these  general  categories 
of  improvements,  there  are  a  number  of  projects  which  should  move 
more  quickly  than  others  because  of  need,  convenience,  or  a  combination 
of  factors,  while  others  should  logically  be  assigned  to  development 
well  into  the  future. 

It  should  be  clear  that  wherever  possible  the  City's  capital  outlay  should 
be  minimized  in  actual  port  development.    The  constitutional  limi- 
tations of  the  Capital  Budget  coupled  with  existing  budgetary  commitments 
caution  against  assuming  any  major  new  programs  which  will  appreciably 
affect  the  Capital  Budget  and  Program  over  the  next  six  to  ten  years. 
It  should  also  be  recognized  that  major  capital  costs  will  be  incurred  if 
the  City  is  merely  to  fulfill  its  necessary  obligations  in  developing, 
redeveloping  or  renewing  adjacent  land  areas  or  in  providing  necessary 
highways,  services  and  other  facilities  to  coordinate  with  successful 
port  development. 

We  urge  that,  for  its  own  best  interest,  the  City  strongly  encourage 
the  redevelopment  of  other  sectors  of  the  harbor  more  appropriate  than 
Manhattan  for  deep-sea  cargo  piers.    The  fate  of  Brooklyn  and  Staten 
Island's  combined  future  rests  in  this  decision,  and  it  is  upon  their 
combined  potential  that  New  York  must  stake  its  claim  for  continued 
preeminence  in  ocean  commerce  and  all  its  implications  in  terms  of 
jobs  and  economic  vitality.' 
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We  further  believe  that  the  pier  redevelopment  for  Manhattan,  as 
proposed  in  this  report,  will  point  the  way  toward  a  major  revitalization 
that  is  long  overdue.    Compatible  and  logical  development  of  Manhattan's 
vast  waterfront  will  be  an  important  key  in  our  efforts  to  provide  the 
amenities  of  a  good  urban  environment  which  are  in  short  supply  in 
the. central  city. 

Finally,  we  wish  to  emphasize  the  need  for  flexible  planning  of  our 
Port  --  to  avoid  over- commitment  to  a  rigid,  long-range  plan.  Staged 
development  would  permit  the  Port  of  New  York  to  continue  to  remain 
competitive  as  new  technologies  are  developed  or  patterns  of  commerce 
are  adapted  to  changing  times  and  chaning  needs.    Wise  planning  would 
caution  against  overdevelopment  of  "modern"  pier  facilities  in  a  world 
where  "modern"  is  the  first  word  to  suffer  the  fate  of  obsolescense. 

By  adopting  a  workable  and  viable  timetable  for  development,  as 
suggested  in  this  report,  we  can  assure  New  York's  continuing 
preeminence  as  the  world's  greatest  port. 


